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PRACLARVM 


THE FEDERAL JOURNAL OF THE ROLLS-ROYCE OWNERS’ CLUB OF AUSTRALIA 


No. 76 -- 1 FEBRUARY, 1976. 


ONE OF OUR CONTINENTALS 


John Goulandris, of Onassis Acquaintance 
took delivery of BC-82 BG on the 5th February, 
1958, after it had been returned to the factory 
for conversion to power steering and fitting of 
larger S.U. carburetters. In 1967 he sold it 
to H. R. Owen Ltd., (presumably traded-in) 
and they sold it to J. L. B. Hardwicke, man- 
ager of Edward Lumley and Sons Ltd. In 1969, 
Hardwicke went to sleep on a motorway, and the 
car ran into an embankment causing grevious 
bodily injury all round. The repairs by Rolls- 
Royce were virtually a re-build, which is why 


QUIDVIS RECTE FACTVM QVAMVIS HVMILE PRA‘CLARVM 


the car is so immaculate today, despite a genuine 
82,000 miles when I received it. After repairs, 
the car did an extra 6,000 miles in Hardwicke’s 
hands and was bought by a private dealer, J. J. 
Baynes, who sold it to my cousin, a retired brigad- 
ier, who had been searching on my behalf for this 
particular model Park Ward Continental for some 
considerable time. This was in October, 1973. It 
landed in Adelaide in«February, 1974. All it need- 
ed was an air conditioner. I took the car to 
Melbourne and it behaved faultlessly, cruising at 
75 mph (2700 rpm) and returning 19 mpg. 


(Whatever is rightly done, however humble, 1s noble — Royce, 1924) 
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THE AUTOCAR ROAD TEST NO 1619 


Alastair Angas of Clare, South Australia owns one of our seven Bentley 
S$! Continentals and sent the following report on his car, He also 
provided ¢ copy of a road test by Autocar published in December, 1956, 
that was carried out on a drop-heod version of his Park Ward coupe. 
Excerpts from this report have been reproduced for interest. 


Bentley S Continental — Park Ward Drop-Head 
Coupe 


In its latest form the Continental Bentley is 
based on a modified Series S chassis and the 
engine also is basically similar to its Series S 
counterpart, but has larger valves and a higher 
compression ratio to provide increased power 
output. 

It is now four vears since an earlier, pre-S- 
Series Continental Bentley with manual] change 
was tested (The Autocar, September 12, 1952) 
but more recently we have been able to sample 
the actual Park Ward car now tried, in 1955 Con- 
tinental form, before the improved 1956 engine 
and transmission had been installed. 

The 1952 car was fitted with aerodynamic 
saloon coachwork, while the car now reviewed 
has a drop-head body, this may explain why the 
acceleration at high speed was found to be slight- 
ly less in this latest test, although in the lower 
ranges the new car is even more lively than its 
predecessors. 

This road test is mainly concerned with 
chassis and engine, for the coachwork and equip- 
meni would usually be produced to individual 
order and specification. 

On the Continent, where much of the test- 
ing took place, enormous respect is won for the 
utterly effortless cruising at speeds of 100 m.p.h., 
or even more, in which circumstances peace of 


mind is provided by the precision response to 
orakes and steering, backed by stability at high 
speed on almost any surface. 

The sheer acceleration is of a _ standard 
achieved only by a select class of sports cars, 
and a few transatlantic saloons in which the 
power is best used only on modern motorways. 
In spite of some drag from the drop-head coach- 
work, 120 m.p.h., can be obtained and used in 
safety on roads open to other traffic. On auto- 
route cruising a speed of 100 m.p.h. is reached 
from a standstill in 40.2 seconds, and 80 m.p.h., 
which may frequently be used for cruising with 
this car in England, is attained in 21.3 seconds. 


All these figures, and the remainder quoted in 
the data table, were obtained with the trans- 
mission selector in the fully automatic position. 

There is inevitably more wind noise from 
convertible body shapes than from a saloon, but 
the excellent fit of the hood helps to keep the 
noise level low when the windows are closed. 
Certainly one may listen to the radio or converse 
in normal tones at any speed. 

When put to the test through a series of S 
bends on a narrow road, the Continental suspen- 
sion responds extraordinarily well for such a large 
car. Tyre noise is virtually nil unless the ear is 
going so fast as to start sliding, and if this 
occurs the car remains stable without marked 
tendency to over or understeer, although it is 
desirable to help the car round corners with the 
throttle pedal in extreme conditions, On the steer- 
ing column is a switch which provides a normal 
or hard setting for the rear spring dampers. In 
normal driving, movement of the switch does 
not have a pronounced effect, although the ride 
is just a little softer with the switch at N. In the 
H position, however, here is a firm limitation of 
roll. 

In practice the selector spends most of its 
time in position 4, but it should be used when 
required to give an instant change down into 
third (or even second if the driver is really “try- 
ing’ on tortuous hills). If the selector is not used 
to change down, opening the throttle wide at 
speeds of under 80 m.p.h. will bring in third. 


Second gear will not engage on kick-down at 
speeds above about 30, and the maximum in this 
gear is only 39 m.p.h. unless the selector is moved 
to position 2, in which case the maximum may be 
increased to 46. When the automatic box is 
thoroughly hot, the kick-down is not always so 
readily obtained. It was felt during the test, 
particularly in English conditions, that a higher 
second would be desirable. This would also reduce 
jerk on kick-down. 

The third ratio earns full marks, and on the 
Continent the ability readily to flick the lever 
into 3, at speeds between perhaps 50 and 75, 
helps greatly in maintaining very high average 
speeds, by providing immediate increase in accel- 
eration or engine braking. 


ACCELERATION: from constant speeds. Speed 
Range. *Gear Ratios and Time in sec. 
M.P.H. 4 range 


10—30 2.9 
20—40 4.0 
30—50 5.2 
40—60 6.6 
50—70 1.3 
60—80 8.4 
70—90 12.2 
80—100 17.9 
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PERFORMANCE 

SPEEDS ON GEARS: 
Gear M.P.H. K.P.H. 
(max.) (max.) 
Top (mean) 119.2 191.9 
(best) 120.5 193.9 
3rd 79.0 127.1 
2nd 39.0 62.8 
1st 22.0 35.4 


(At 4,250 r.p.m., gears retained manually, second 

46 m.p.h., and third 82 m.p.h.) 

TRACTIVE RESISTANCE: 19 lb per ton at 
10 M.P.H. 

TRACTIVE EFFORT: 


Pull Equivalent 
(ib per ton) Gradient 
Top 172 1 in 12.9 
Third 339 lin 65 
Second 557 lin 36 
BRAKES: 

Efficiency Pedal Pressure (1b) 

41.8 per cent 25 

80.75 per cent 50 


FUEL CONSUMPTION: 

15.2 m.p.g. overall for 360 miles (18.5 litres per 
100 km.). 

Approximate normal range 14-18 m.p.g. 
(20.2-15.7 litres per 100 k.m.). 

Fuel, Premium grade. 

WEATHER: Dry, slight breeze. 

Air temperature, 50 deg. F. 

Acceleration figures are the means of several 
runs in opposite directions. 

Tractive effort and resistance obtained by 
Tapley meter. 

Model described in The Autocar of February 
29, 1952. 


From rest through gears to: 


M.P.H, sec. 
30 4.3 
50 9.3 
60 12.9 
70 TU. 
80 21.3 
90 29.5 

100 40.2 

110 51.8 


“Gear ratios 2.92, 4.25, 7.69 and 1117 to 1. 
Standing quarter mile, 18.8 seconds. 


Duwn SRH46 


Silver 


The Hooper Tail 


In an effort to increase circulation, subscrip- 
tions are now available for Praeclarvm for non- 
members. Cost is $10.00 per year posted. Sub- 
scriptions should be mailed direct to the editor 
(see Masthead) in favour of RROC of A. — 
Praeclarvm account. 


EDITOR’S NOTE 

Contributions are invited dealing with Rolls- 
toyce and Bentley products or associated material. 
Photos should be black and white gloss prints. 
All references to cars should include the chassis 
numbers. Whilst every care is taken to check 
information published, no responsibility can be 
accepted for errors. 


FROM THE EDITOR 


I regret that I have not got off to a good 
start this year by being late with this issue. A 
series of other tasks have delayed me, not the 
least interesting being a face-off with the Can- 
berra inspection station over the lights of a local 
S2 Bentley which insisted on dipping to the right 
and not left. All inspections ceased whilst this 
phenomenon was viewed by the entire staff. 
Much rummaging in the glovebox produced a de- 
livery docket for the car signed in Washington 
DC! They of course drive on the other side re- 
gardless of where the wheel is. The quick inser- 
tion of a pair of sealed beams from the local 
electrical shop solved the problem. 

John Bull has sent me some more of his 
excellent line drawings of early cars, which with 
the help of our resident philanthropist, Ray Mill- 
ington, I am hoping to reproduce as inserts in 
future issues so that they can be framed or what- 
ever. Allan Grant, our printer, and I still wince 
when we look at the special drawings John did 
for the Club, of the fittings on 1997 shown on 
page 66. You all will have noticed that the draw- 
ing of the coachlight was upside down! Which 
brings me to some corrections for the last issue. 
Hal Venables has not changed his name to Mal. 
Boyd Rasmussen sent a colour slide of 3AX 99 
which could not be reproduced in time for the 
last issue. For the record, the missing photo 
follows. 
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Phantom 111 3AX 99 


I also omitted to mention that 1 had 
traced the Duke of Gloucester car 3 AX 195, 
which you will recall was shipped back to Eng- 
land. It is now in Sussex and owned by an R. A. 
Benge. This detail was found in the RREC 
register. Eric Barrass, the Secretary of the Club, 
with whom I correspond, writes that petrol is 
now well over £1 per gallon in most parts of 
Europe and considers the British lucky to have 
fuel at 70p per gallon for 2 star rating fuel! In an 
effort to develop communications between the 
Clubs I am enclosing an application form for mem- 
bership of the RREC which is self explanatory. 
There are no pre-conditions for entry and no 
sponsorship. 


The Club produces an excellent bi- 
monthly Bulletin similar in size to the old style 
Praeclarvm. In addition they produce a most 
informative advertising supplement and provide 
comprehensive technical advice. 

Horton Schoellkopf, the Registrar of the 
RROC Ine wrote to say that the Quezon ghost 
on page 71 — 297KF should have had an engine 
nun.ber of 20973, was delivered 16th September, 
1924, to a Mrs H. F. Bishop, no address recorded. 
The body was Tilbury number WC-1079, built 
by the Willoughby Coachworks of Utica New 
York State. In 1930 the car was owned by J. 
Pane Geraghty of Los Angeles California. RREC 
Bulletin No. 83 showed a picture of a Park Ward 
Silver Wraith awaiting initial delivery. The photo 
was sent in by an ex-employee of Park Ward who 
wondered what had happened to the car. The 
Silver Wraith was WGC 47 and lives in Canberra. 
Perhaps Bert Ward can delve out a history on 
this unique vehicle. I mention these two cases to 
illustrate the international interest in the Marque 
and the value of registers. 

Should anyone have trouble with the early 
post-war Radiomobile Model 100, I now have a 
circuit diagram. 

Our centrefold is by courtesy of Patrick 
Kane-White who originally produced the table 
for the register. It was not practical to include 
the information at the time, but as it is a very 
handy ready reference, it is now included, Whilst 
on the subject of credits, I have to apologise to 
at least Tom Clarke and David McPhee for not 
giving them credit for their entries in the Service 
Directory. I must admit that compilation of the 
list is hard enough without trying to insert 
names. I hope that they will accept my belated 
credits. 

BILL COBURN. 


Stan Spackman’s SC 111 SDW 491 at Ballarat 


ROLLS-ROYCE HANDBOOKS by Tom Clarke 


Since the publication of my original list of 
Rolls-Royce and Bentley handbooks in the Sept- 
ember 1972 issue of Praeclarvm, a number of 
additions have been found. However, the most 
interesting item amongst all these has recently 
come to light and in doing so solved a problem. 

The January 1908 Silver Ghost handbook, 
the first in my original list, is quoted by the 
RROC in America, (in their list of reprints) as 
the first ever Rolls-Royce handbook. The RROC 
reprinted it very nicely and its language and gen- 
eral style make it a quaint motoring period piece. 

But I wondered when listing the handbooks 
why there weren’t any earlier ones to cover the 
models prior to the Silver Ghost. Nobody I con- 
tacted had such handbooks and the British 
Museum Library only had the 1908 one, nothing 
earlier. Now, an earlier handbook does exist, own- 
ed by an enthusiast in the north of England who 
allowed John Schroder, the RREC historian, and 
I to see it and to make good photocopies. 

It is entitled: 

Instructions in the care of a Rolls-Royce car. 


It was published by C. S. Rolls and Co., i.e. 
BEFORE the formation of Rolls-Royce limited, 
in 1905. This date is not indicated but in the back 
there is a testimonial from W. Worby Beaumont 
dated September, 1905. It has 15 pages, no illust- 
rations, bound the same as the 1908 Ghost hand- 
book in green cloth with R-R trial wins listed on 
the back cover. The very first page says: “Note. 
The following instructions apply particularly to 
the 6 cylinder Rolls-Royce cars but foot notes 
show the variations which apply to types. No. 4 
Heavy (four cylinder chassis suitable for heavy 
bodies), No. 4 Light (four cylinder chassis suit- 
able for light bodies, Tourist Trophy type), No. 
38, (three cylinders), and No. 2 (two cylinders).” 

The instructions which are then given are a 
marvel, for instance the petrol filter to be cleaned 
every 18 miles. When flooding the carburetter, 
the handbook suggests the button should be 
pressed, not hammered! These are probably Rolls’ 
imprint. 

This must be one of the rarest of Rolls-Royce 
publications. 


BOOK REVIEW 


Rolls-Royce in America by John Webb De 
Campi. Published in London by Dalton Watson, 
1975. 256 pages, $9.50. Australian agent, Novalit, 
Melbourne. 

This book is a worthy addition to the Dalton 
range on Rolls-Royce and a model on how to 
write a marque book. It isn’t however, a full 
coverage on Rolls-Royce in America. Mr De Campi 
tells us that Mr Soutter is writing a book on the 
history. This present book ranges over the coach- 
work fitted to the cars plus Rolls-Royce in America 
after the closure of Springfield and up to the 
present day. There are many photographs, a 
thorough listing of all chassis and fascinating 
histories of some cars. Thoroughly recommended. 

For those interested in armoured Rolls-Royce 
cars I suggest the article by William Platz in 
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AFV-G2, a U.S. magazine for armour enthus- 
iasts, in the March 1974 and January 1975 issues, 
pages 4-8, 32-33, and pages 6-11 respectively. This 
has excellent pictures and a fairly thorough his- 
tory on the use of Rolls-Royces in war. Available 
for about $3.00 U.S., from AFV-G2, P.O. Box 293, 
La Puente, California, 91747. 


Two versions of a Silver Ghost engine. 


Year 
ROYCE 


1904 
ROLLS-ROYCE 
1904-06 


1905 

1905-06 
1905-06 
1905-06 


1907-25 


-27 
1921-26 
1922-29 
1925-29 
1926-31 
1929-36 
1929-35 
1936-38 
1936-39 
1938-39 


1947-59 


1949-56 


1950-56 


1955-59 


1959-62 


Type 


10 HP 


lo HP 


15 HP 
20 H.P 
30 H.P 


LEGALIMIT AND 
INVISIBLE ENGINE 


40,50 SILVER GHOST 


(WAR OFFICE) 

40 50 SILVER GHOST 
TWENTY 

40/50 NEW PHANTOM 
40 50 NEW PHANTOM 
20/25 

40 50 PHANTOM II 
25/30 

40 50 PHANTOM III 
25.30 WRAITH 


SILVER WRAITH 


SILVER DAWN 


PHANTOM IV 


SILVER CLOUD 


SILVER CLOUD II 


ROYE, ROLLS-ROYCE AND BENTLEY MOTOR CARS — PRODUCTION DATA 


No. of 
Cylinders 


n 


DADRA AA DH ® 


Straight 
8 


Horse- 
Power 


Capacity 


1,800 c.c, 


1,800 c.c. 
2,000 c.c. 


3,000 c.c. 


4,000 c.c. 


6,000 c.c. 
3,500 c.c. 


1,036 c.c. 
7,428 c.c. 


7,428 C.c. 


7.428 C.c. 


3,127 c.c. 


7,668 c.c. 


7,668 c.c. 


3,669 c.c. 


7,668 c.c. 
4,267 c.c. 


7,342 c.c. 
4,257 c.c. 


4,257 c.c. 
4,566 c.c. 


4,887 c.c. 


4,257 c.c. 
4,566 c.c. 


5,675 c.c. 


4,887 C.c. 


6,230 c.c. 


Where Made 


MANCHESTER 


MANCHESTER & 
DERBY 


DERBY 


SPRINGFIELD, U.S.A. 


DERBY 


SPRINGFIELD, U-S.A. 


DERBY 


Approx. No. 
Produced 


491 


Other Particulars 


ALL CARS MADE BEFORE 1940 WERE FITTED WITH 
COACHBUILDERS' BODIES. 


NONE SURVIVE. 


THREE KNOWN SURVIVORS. 


ONE KNOWN SURVIVOR. 
TWO KNOWN SURVIVORS. 
ONE KNOWN SURVIVOR. 


NO KNOWN SURVIVORS, 


THE LARGER FIGURE MAY INCLUDE CHASSIS MADE 
FOR THE WAR OFFICE. 


A FEW WERE NAMED ‘“GOSHAWK.” 
LATER CALLED “PHANTOM I.” 


LATER CALLED “PHANTOM I.” 


APPROXIMATELY 283 WERE CONTINENTAL CHASSIS. 


ALL POST-WAR CHASSIS WERE MANUFACTURED IN CREWE 


(1954) SWB 
41955) LWB 


(1951) 


SHORT WHEELBASE 
LONG 


SHORT ~ 
LONG ” 


1,144 
639 


760 


18 


2,238 
121 


2,417 
299 


ALL WITH COACHBUILDERS' BODYWORK. 


VERY FEW WITH COACHBUILDERS' BODYWORK. 
REMAINDER FITTED WITH STANDARD STEEL 
SALOON COACHWORK 


ALL WITH COACHBUILDERS' BODYWORK. SOLD ONLY 
TO ROYALTY AND HEADS OF STATE. 


LATER CALLED “SILVER CLOUD I." MOSTLY STAN- 
DARD STEEL SALOONS. SOME WITH COACHBUILDERS' 
BODYWORK. 


MOSTLY STANDARD STEEL SALOON COACHWORK. 
SOME FITTED WITH COACHBUILDERS' BODIES. 


BIT 


1959-68 


1962-66 


1965- 


1970- 


BENTLEY 


1933-36 


1936-39 
1939-41 


1946-52 


1952-55 


1952-55 


1955-59 


1955-59 


1959-62 


1959-62 


1962-66 


1962-66 


1965 


1970- 


PHANTOM V 


SILVER CLOUD III 


SILVER SHADOW 


CORNICHE 


33 LITRE 
4, LITRE 
MARK V 


MARK VI 


“R” TYPE 
CONTINENTAL 


“RY TYPE 
“So TYPE 


CONTINENTAL “‘S" 


s$2 


CONTINENTAL S2 


$3 


CONTINENTAL S3 


‘a MBE 


BENTLEY CORNICHE 


53.8 


53.8 


53.8 


25.3 
29.4 
29.4 


29.4 
31.5 


31.5 


31.5 


33.7 
33.7 


33.7 


53.8 


53.8 


53.8 


53.8 


53 8 


6.230 c.c. 


6,230 c.c. 


6,230 c.c. 
6,570 c.c. 
6,750 c.c. 


6,570 c.c. 
6,750 c.c. 


3,669 c.c. 
4,257 c.c. 
4,257 c.c. 


4,257 c.c. 
4,566 c.c. 


4,566 c.c. 


4,566 c.c. 
4,887 c.c. 


4.887 c.c. 


4,387 c.c. 


6,230 c.c. 


6.230 c.c. 
6,230 c.c. 


6,230 c.c. 
6,230 c.c. 


6,570 c.c. 
6,750 c.c. 


6,570 c.c. 
6,750 ¢.c. 


SHORT WHEELBASE 
LONG WHEELBASE 
COACHBUILT 


(1970) 


DERBY 


MADE IN CREWE 
FROM HERE ON 
(1951) 


(1954) 


SHORT WHEELBASE 
LONG 


SHORT WHEELBASE 
LONG 


SHORT WHEELBASE 
LONG 


(1970) 


ROYE, ROLLS-ROYCE AND BENTLEY MOTOR CARS — PRODUCTION DATA 


503 


2,044 
253 
79 


Over 
20,000 
to date 


1,191 
1,241 
Under 20 


4,946 


2,320 


207 


2,238 
35 


431 


1,863 
57 


388 


1,286 
32 


296 


ALL FITTED WITH COACHBUILDERS' BODYWORK. 
TWO OR FOUR HEADLIGHTS. 


MOST FITTED WITH STANDARD STEEL SALOON 
COACHWORK — SEVENTY NINE WERE FITTED WITH 
COACHBUILDERS'’ BODYWORK. ALMOST ALL HAD 
FOUR HEADLIGHTS. 


MOSTLY STANDARD STEEL COACHWORK. SOME 
FITTED WITH COACHBUILDERS' BODYWORK. 


COACHWORK BY MULUINER, PARK WARD. AVAIL- 
ABLE IN TWO VERSIONS — TWO-DOOR SALOON AND 
CONVERTIBLE. 


ALL COACHWORK BY COACHBUILDERS. 
ALL COACHWORK BY COACHBUILDERS, 


ALL COACHWORK BY COACHBUILDERS. SOME WERE 
CORNICHES. 


MOST FITTED WITH STANDARD STEEL SALOON 
COACHWORK. SOME WITH COACHBUILDERS BODY- 
WORK. 


MOSTLY STANDARD STHZEL SALOONS — SOME WITH 
COACHBUILDERS' BODIES. 


ALL FITTED WITH COACHBUILDERS' BODYWORK. 


LATER CALLED "S1.” 

MOST FITTED WITH STANDARD STEEL SALOON 
COACHWORK. SOME WITH COACHBUILDERS’ BODY- 
WORK. 


LATER CALLED “CONTINENTAL Sl." FITTED WITH 
COACHBUILDERS' BODIES. 


MOST FITTED WITH STANDARD STEEL SALOON 
COACHWORK. SOME WITH COACHBUILDERS' BODY- 
WORK. 


FITTED WITH COACHBUILDERS'’ COACHWORK. 


MOSTLY STANDARD STEEL SALOON COACHWORK 
SOME FITTED WITH COACHBUILDERS' BODIES. 


FITTED WITH COACHBUILDERS' BODIES. 
MOSTLY STANDARD STEEL SALOONS, SOME COACH- 
BUILDERS' BODIES, 


COACHWORK BY MULLINER, PARK WARD, AVAIL- 
ABLE IN TWO VERSIONS — TWO-DOOR SALOON 
AND CONVERTIBLE, 


PATRICK KANE-WHITE. 


SWB Denotes Short Wheelbase 
LWB " Long Wheelbase 


6II 


120 121 


Michael Melliar-Phelps captured the industry at John Vawser’s in 

preparing 1910E for the Great Race. The gentleman apparently demolishing 

thea coachwork is Peter McGrath's navigator/co-driver and the other two 
figures are John Vawer and Peter McGrath. 


Yast 
ae 
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MORE ON W.A. CARS FROM BERT WARD 


I was very interested to read the article by 
Tom Clarke in the October Edition of Praeclarvm, 
about Rolls-Royee cars in Western Australia. 

The article did stimulate my memory of 
several of these cars. The 1910 Silver Ghost of the 
Emanuel family, with no chassis number, drew a 
blank, but the mention of it being sold to the 
Duval family did help. After studying the photo 
of this car, I saw that it did not have a petrol 
tank at the rear, and 3 elliptic rear springs. It 
must therefore have been a 1909 model, which 
had the petrol tank under the front seat. I would 
say that the car the Duval family owned when I 
first started with Rolls-Royce Ltd., in 1916 was 
this car. It had been painted white and they 
called it ““White Australia,” (see page 37). The 
registration No. was N.S.W. 4. The Duval family 
as I knew them were in business in Phillip Street, 
Sydney, near Hunter Street. They were the 
agents for Michelin Tyres, and Prestolite Light- 
ing for cars, which were fitted to all Rolls-Royce 
cars prior to the electrical C.A.V. Generator. Pal- 
mer Cord Tyres had been replaced with Michelin 
Tyres, and from my experience with the former 
Palmer Cord Tyres in the early 1920’s, they were 
not satisfactory on Rolls-Royce cars. This Silver 
Ghost of the Duval family was chassis No. 922, 
and by the records compiled by Fred Robinson 
and myself in 1966, this chassis was then owned 
by Maurice Marcoff of Melbourne, who shipped 
it to the U.S.A. in 1968. 


Your Editor's SDB 94 chasing Jeremy Gregg’s SDB 64 to Albury. 


The 1914 Touring Bodied Silver Ghost of Mr 
A. E. Cockram seemed identical to one that had 
come to Sydney. As I knew it, it was painted a 
light cream and in 1916 was owned by Frank 
Tillock, large wholesale grocers at the corner of 
Kent and Liverpool Streets, Sydney. The chassis 
No. was 50 NA. The chauffeir told me that the 
car had been in W.A. in the early 1920’s. The 
artillery wheels were replaced with new Brake 
drums, Hubs and Dunlop wire wheels. A modifi- 
cation which was carried out on many cars fitted 
with artillery or Ridge Whitworth wire wheels. 
In 1927 the touring body was removed and a 
sedan body fitted by Jackson, Jones and Collins, 
after the passing of Fred Tillock in the late 


1934 20/30 Martin & King Sports Coupe GLB 27. Driver Tom Clarke 
with Peter and Diana Deacon, 


1930’s. This car disappeared and so far no trace 
of 50 NA has been found, this car was dispatched 
from England in February, 1911 and was used by 
the late Duke of Windsor when Prince of Wales 
during his visit to Sydney in 1920-21. 

The first Silver Ghost Mr R. G. Falconer 
purchased, chassis No. 17 CB, was the last 
Silver Ghost to arrive in Australia in 1915. After 
World War I had started, the English War Office 
confiscated all Rolls-Royce chassis except those 
which were in the process of having a body fitted. 
The chassis were to be used for war purposes. 17 
CB was in Barkers Ltd., having a touring body 
fitted for the Alexander Bros. of Bulga, via Sing- 
leton N.S.W., who had a very large cattle station 
there. They later moved to Patterson, N.S.W. It 
was when Silver Ghost Chassis No. 33 NK pur- 
ched by the Alexander Bros. was dispatched in 
August, 1923 that they decided to sell 17 CB and 
as Mr R. C. Falconer was a regular caller to the 
Rolls-Royce Service Station in Sydney, we told 
him about 17 CB, and he purchased it and shipped 
to Western Australia. 

The 20 HP chassis No. GPK 52, a 1925 4 
wheel brake, 4 speed gearbox model was 
fitted with a limousine body by Windover, and 
together with chassis No. GPK42 fitted with a 
Windover Touring Body were the first 4 wheel 
brake, 4 speed gearbox chassis with bodies to 
arrive in Sydney. They were despatched from 
England in October, 1925. 

GPK 52 was fitted with Dunlop Artillery 
steel wheels of the spoked H2 type. This type of 
wheel used the same hub as the wire wheel. 

When Dalgety & Co. were appointed Rolls- 
Royce agents in 1921, the only repair depots 
they had were Sydney, Melbourne and Adelaide. 
Queensland and Western Australia only had a 
selling Agency, and any service in the West came 
under Adelaide. Queensland came under Sydney 
and the 20 HP Tourer which went to Western 
Australia, as quoted by Tom Clarke, was chassis 
No. 79 AI fitted with a Windover Touring body 
painted maroon and black. As Dalgety & Co. in 
W.A. could not sell this car, it was sent to 
Sydney and we sold the car to Mr Peter Tait of 
Bowral, N.S.W. Queensland had the same trouble. 


Hooper Bentley SI Continental BC43EL coachwork. 


They had two 20 HP chassis, one of which they 
sold (chassis No. 67 H8) to a Mr Winterbottom, 
then owner of the Carlton Hotel, Queen Street 
Brisbane. The other chassis No. 67 H2, which was 
despatched from England with 67 H8 in May 
1923 was returned to Sydney, and sold to a Mr 
J. Wyatt. It was fitted with a Smith and Wadding- 
ton Saloon Body. 

Diesel Motors were appointed agents in West- 
ern Australia in 1954 and before they started 
their Service Depot Mr Peter Birch the then Aust- 
ralian Representive for Rolls-Royce arranged for 
for one of their top mechanics to be sent to 
Sydney for instruction by me. In 1968 Winter- 
bottom Motors were appointed agents in West- 
ern Australia. They also sent a mechanic to 
Sydney for training under the present York 
Motors Service Manager, Don Appleby. I went to 
New Zealand in 1954 to start the service for the 
appointed agents, The Dominion Motors Ltd., 
who were in Auckland, Wellington and Christ- 
church and arranged a school to train their mech- 
anics. 

It may be interesting to know why Diesel 
Motors W.A. became interested in Rolls-Royce 
cars . In 1947 in Sydney, when we had received 
the first Post War Mk VI Bentley. Mr Les O’Niel 
one of the O’Niel Brothers, whom we knew ran 
Diesel Motors, was interested in the new Bentley. 
I had to do all the demonstrations then for York 
Motors and I took Mr Les O’Niel for several 
runs in the Mk VI Bentley. It took three months 
before he placed an order for one and it was 
delivered to him on 3-3-1948. In those days he 
always travelled to Perth by road via Broken 


123 


Hill and used Packards. He had to make sure the 
Bentley would do the job. He purchased another 
one in 1951 from Melbourne. As they were the 
Foden Truck agents in W.A., they obtained the 
Rolls-Royce and Bentley agency for W.A. I know 
all the O’Niel Brothers and have been friends 
since Les purchased B99 BG. 

In 1949 a Mk VI Bentley B243 DZ was pur- 
chased through York Motors, Sydney for a Mr 
A. L. D. LeFroy of Perth, W.A. This car came to 
Sydney in a case as they all did in those days. 
We unpacked the car and prepared it for the road. 
Then we recased it and shipped it to Perth for 
Mr LeFroy. The delivery date was 1-8-1949. The 
weight of car was 36} cwt., colour, Midnight 
Blue and key No. RDA 158. 

I also know that two other cars have left 
N.S.W. and are now in W.A. One was a 20 HP 4 
wheel brake, 4 speed gearbox chassis No. GZK 42. 
This car was imported for a Mr F. E. Morgan of 
Snow Elliot P/L Sydney. It was modernized in 
the 1930’s and fitted with a Dirkin and Moly- 
neaux Sedan Body. A Phantom I chassis N. 35 
MC was despatched from England in June 1925, 
owned by A. J. Cobcroft, which had a seven 
passenger limousine Hooper Body. Later it was 
sold to Mr L. J. Stuart of Stuart Bros., then 
large Builders in Sydney. This car was also 
modernized to look like a Phanton II, and fitted 
with a Diskin & Molyneaux Sedan Body, in the 
late 1930’s. 

The photo of Silver Wraith chassis No. 
WGC 24 in Tom Clarke’s article, was a 1949 model 
and purchased second hand in England in May 
1950 by the late Sir Cecil Hoskins of the Port 
Kembla Steel Works. The mileage when purchas- 
ed was 3810, the colour Metallic Grey and Black 
and the engine No. was W228C. Key .No. WDA67. 
Sir Cecil had N.S.W. Registration Plate CH003. 
They removed the spare wheel from the boot and 
fitted it into a well in the front offside guard, to 
make more boot space. The car was sold to a 
Mr Vince of Perth, W.A. on 22nd October, 1953. 

BERT WARD 


N.B. N.S.W. registration number 4 allotted to 
White Australia has been seen on a Morris 
Minor in Sydney by George Sevenoaks — 
Editor. 


Silver Wraith WSG 26 H. J. Mulliner Touring Limousine 
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THE CAMARGUE IGNITION SYSTEM 


Bert Ward extracted the fallowing information on the OPUS ignition 
system from the Lucas Engineers Review of October 1974, OPUS stands 
for Oscillating Pick Up System. 


As maximum engine speeds increase, so 
more and more sparks per second must be pro- 
vided by the ignition system. While conventional 
coil ignition is capable of satisfying adequately 
the requirements of present production car 
engines, limitations imposed by the _ contact 
breaker set an upper value to the sparking rate. 
Consequently, to meet the needs of engines run- 
ning at speeds considerably higher than those 
generally employed in the production car, develop- 
ment work has been proceding on ignition systems 
in which the mechanical contact breaker is elim- 
inated. 

Lucas “OPUS” Ignition, already used with 
success in Formula 2 Racing Cars, provides an 
example of such progress, having a sparking rate 
of up to 600 sparks per second with an operating 
range from virtually zero engine speed up to 1800 
rev./min., on four cylinder engines or 1200 rev./ 
min., on six cylinder engines. The name is derived 
from the initial letters of the words describing its 
working principle, namely, The Oscillating Pick- 
up System. 

The system comprises, (1) a low inductance 
ignition coil with associated ballast resistor, (11) 
a control unit containing an electronic oscillator, 
amplifier circuits and power transistor and (III) 
a distributor having an electromagnetic pick-up 
unit in the position normally occupied by the 
contact breaker mechanism. The ignition coil is 
specially designed for operation at the high 
sparking rates produced by the system. 

The control unit is housed in a die cast 
aluminum box which acts as a heat sink for the 
power transistor, the cover being provided with 
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cooling fins to facilitate heat dissipation. Inside, 
a printed circuit accommodates the electronic com- 
ponents, including Lucas made silicon transistors 
and diodes. 

The distributor, except for the pick-up and 
armature arrangement, is of conventional design, 
as also are the centrifugal and, when required, the 
vacuum operated timing advance mechanisms, 
the latter mechanism, when fitted, being coupled 
to the pick-up assembly. The pick-up consists of 
a small ferrite E shaped core carrying a winding 
on each limb and encapsulated in sillicone rubber. 
Adjacent to the static pick-up and mounted on 
the centrifugal timing advance mechanism, is a 
rotating drum carrying a number of ferrite Rod 
armatures — one per engine cylinder. 
Operation 

The windings on the outer limbs of the pick- 
up core are connected in series (but in mutual 
phase opposition) across the output terminals 
of the continuously running oscillator. Due to the 
phasing, any leakage fields in the centre limb 
cancel out so that no voltages are generated in 
the winding carried on that limb. However, when 
an armature bridges the centre limb and one of 
the outer limbs, the flux balance in the pick-up 
core is upset and a voltage appears across the 
centre limb winding. This voltage pulse is fed in- 
to the amplifer circuit and in turn, the amplified 
voltage switches off the normally conducting 
power transistor. Since this transistor controls the 
ignition coil primary current, a high voltage is 
induced in the ignition coil secondary winding 
and a spark is produced at the appropiate plug. 

The above sequence occurs each time one of 
the E — core gaps is bridged by an armature, 
the power transistor thus acting as a contact 
breaker. 


COURTESY 


'THE HERALD' 


ROLLS-ROYCE AT BANKSTOWN N.S.W. 


Charles Shore of Shore Automotive Security 
P/L of Bankstown writes. 

“T have owned two Rolls-Royces, the first 
being a 1962 Cloud II SZD87, the mileage approx- 
ately 123.000. I spent something like $5,000.00 
rebuilding this car before it was sold. We 
still service the car for the present owner. The 
1965 Silver Cloud IJ SKP81 is my current vehicle. 
1 believe it to be the best Cloud III in Australia 
if not the world! Mileage is a genuine 37000! 
Nevertheless when I purchased it, I spent nearly 
$2,000.00 to bring it to mint condition, Main prob- 
lem was brake deterioration and a noisy diff- 
erential. She is now a perfect motor car. 

My other vehicle which I had for 15 years 
was a Humber Super Snipe MK II11 with Tickford 
coachwork in drophead coupe form. It was one 
of only four in the world, being built for the first 
Royal Tour of Australia. I rebuilt this vehicle 
and sold it three years ago. Total mileage was 
539,000 miles, it still had the original sleeves and 
pistons and the crankshaft journals were in per- 
fect condition. 

I am sure I can expect the same perform- 
ance from SKP81. We look after a dozen or so 
Rolls-Royces, ranging from Clouds to Shadows 


and a Corniche, in the Bankstown area. 
Sincerely, 
Charles Shore. 


Silver Cleud SKP 81 


The Tickford Bodied Humber 
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ROLLS-ROYCE, 30 to 40 YEARS — 
THE CHARLTON FAMILY 


In 1924 when I was working at the N.S.W. 
Rolls-Royce Service Station, Dalgety & Co., I 
first met Mr R. A. Charlton. In December of that 
year he purchased a 20 HP Tourer, chassis No. 
83K5. This chassis was a 1923 model and was 
used by Dalgety & Co. as a demonstrator. The 
body was built by Smith & Waddington, and 
painted dark blue with black guards and valances. 
Mr Charlton was a short slim build of a man, very 
upright, a thorough gentleman, a champion ice 
skater and dancer, unmarried and very methodical 
and particular. All of his cars were kept immacu- 
late also. He kept a cost record on 83K5, and used 
to work out running cost per mile. 

Later, he took up flying, and sat for every 
possible examination in regard to flying and 
servicing a plane. He purchased a second hand 
plane, which had been flown out to Australia by 
a lady pilot, nick named the Red Rose. Later he 
purchased a new plane, and had his own private 
hangar at Mascot airport. This of course, was 
when Mascot was used by small and large planes 
before Bankstown airport could be used by private 
planes. Mr Charlton was a very efficient pilot. 
When he took any passengers in his plane for a 
trip the plane was checked over first, then the 
passengers would have to remove his or her shoes, 
and put on a pair of sandshoes. A large stock of 
all sizes were kept in a special cupboard in the 
hangar for the purpose. I had the pleasure of fly- 
ing with him several times, doing every stunt 
possible. 

Mr Charlton was so pleased with the 20 HP 
Rolls-Royce that his father Mr A. W. Charlton 
decided to purchase one and chassis GNK8& was 
purchased in 1925. Smith & Waddington fitted a 
single seater coupe body, which was painted 
beige all over, and delivered the car late in 1925. 

Early in 1926, the first 4 wheel brake, 4 speed 
gear box chassis arrived in Sydney. As usual we 
fitted our temporary bucket seats to the chassis 
for demonstrations. The younger Charlton was 
very interested in the chassis and checked and 
tested it a number of times, until he decided he 
would purchase one. The shock however had yet 
to come. Ile wanted the 4 speed gear box, but not 
the 4 wheel brakes. Dalgetys contacted Rolls- 
Royce Ltd, but they did not like the idea of build- 
ing a chassis without 4 wheel brakes. After a lot 
of correspondence, they agreed to build a chassis, 
GUK76. It was a nice chassis but I did miss the 
4 wheel brakes. Mr R. A. Charlton was however 
very pleased and he had a touring body built by 
Smith & Waddington, the same as fitted to 83K5 
and painted the same colours. 


In 1927, 83K5 was sold to Mr A. E. Lawson, 
a large drapery store owner of Victoria Road, 
Drummoyne. He liked the car, covered a large 
mileage. It was sold for him in the early 1960’s 
by George Sevenoaks to a young man who drove 
the car to Cairns, Qld., and back. It was then 
sold to Mr Faris Palfreyman then of Ingleside, 
West Burleagh Heads, Queensland. Subsequently 
it was sold at auction to a Mr Roger Johnstone of 
Sydney. This car has been overhauled mechanic- 


ally, the body rebuilt, reupholstered and reducoed 
and is now equal to new. 

Smith & Waddington were made sub-retail- 
ers for Rolls-Royce cars in 1926, and to retain 
the agency, it was necessary to always carry a 
Rolls-Royce chassis or car in stock . In 1926 they 
received a 20 HP chassis No. GCK69 for stock. 
By 1928 this chassis was not sold and Mr A. W. 
Charlton decided to purchase the chassis and got 
Smith and Waddington to remove the single seat- 
er coupe body from GNKg8, and fit it to GCK69. 
To do this it was necessary to rebuild the scuttle 
to suit the different size of dash board or fire wall. 


Fred Engish (L) Russell Rolls (R) and Fred’s SD SKE 44 fitted with a 


manual box. 


When this was completed he took delivery 
of GCK69 on 12-10-28. Smith and Waddington 
then built a saloon body on GNK8. This body was 
painted blue and black the same as &83K5 and 
GUK76 and the third member of the Charlton 
family came into the Rolls-Royce cirele when he 
took over GNK&. 

When the first 20/25 IIP chassis arrived in 
Sydney the Charlton family ordered one. A chassis 
was despatched from England on 28-11-29 and 
the chassis No. was GGP19. On arrival, A. W. 
Charlton had Jackson Jones and Collins, Coach- 
builders of Petersham remove the single seater 
coupe body from GCK69 and fit it to the 20/25 
IIP chassis GGP19. Again the scuttle had to be 
rebuilt to suit. 

As GCK69 was back to a chassis 
Charlton then took over and had a 
fitted by Smith & Waddington the 
GNK®& painted dark blue and black. When this 
was completed, he sold GUK76 to a Mr Hodder, 
who had a saloon body built and fitted, and after 
his death his wife kept the car for many years. 
Later she sold the car, and I believe it is still in 
Sydney. 

Mr E. M. Charlton decided to sell GNK8& to 
R. A. & A. W. Charlton when the 25/30 HP was 
announced. The first 25,30 IV car to arrive in 
Svdney was chassis GRM3 owned by the late 
Sir Svdney Snow and he kindly let me demonst- 
rate with his car to R. A. & A. W. Charlton. He 
later ordered a 25/30 HIP chassis. This arrived 
in 1987 and the No. was GMO10. Jackson Jones 
& Collins had to transfer the single seater coupe 
body from the 20/25 chassis GGP19 to GMO10 


again, R. A. 
saloon body 
same as on 
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and rebuild it to suit the new chassis. By this 
time this single seater body which started GNK8& 
in 1925 and had been on GCK 69 — GGP19 and 
finally was fitted on GMO10 in 11937. The colour 
of the paintwork had not changed from beige. 

GGP19 was back to the chassis stage. Mr 
R. A. Charlton decided to transfer the saloon body 
on GCK69 to GGP19. Of course many alterations 
had to be carried out to the scuttle to suit GGP19 
and GCK69 in chassis form was then sold. 

In 1988 Appleby & Ward, the Rolls-Royce 
retailers in N.S.W. had a new 25/30 HP chassis 
GGR79 in stock. Mr A. W. Charlton due to age 
and health could drive no longer, so GMO10 was 
taken over by R. A. Chariton. Mr E. M. Charlton 
took over GGP19 and got interested in the 25/30 
chassis No. GGR79 held by Appleby & Ward. He 
purchased it and as he required the saloon body 
on GGP19 to be transferred to the new chassis, it 
was arranged that Appleby & Ward would take 
GGP19 chassis only as a trade-in. The body change 
over was carried out by Cresswell & Son of Mc- 
Evoy Street, Alexandria. They also had new 
guards made of stainless steel and there were 
many alterations necessary to fit the body to this 
chassis. New rear guards were a necessity, and 
the car was still painted dark blue and black. So 
the body on GGR79 had been on three Rolls-Royce 
chassis, the 20 HP GCK69, 20/25 GGP19 and 
25/30 GGR79. 

The Charlton family would not have a mas- 
cot on the radiator. All orders stipulated cars to 
be supplied without this fitting. On the 25/30 
HP chassis they would not have the valance in 
front of the radiator or the chassis frame covers 
which fit with this valance. As soon as these 
chassis were ready for the body builders, these 
fittings had to be removed, and the horns re- 
mounted to a position under the bonnet. 


~~ Si 


An unidentified Prototype 


On the death of Mr A. W. Charlton, R. A. 
Charlton in 1951-52 decided to purchase a Silver 
Dawn 43} litre model. This was ordered, with a 
bench seat in the front in place of two bucket 
seats. The car was to be ducoed metallic blue, 
and it duly arrived as chassis No. was SFC58. 
R. A. Charlton agreed to have the radiator mas- 
cot on this car, and he was so pleased, he decided 
to sell the 25/30 single seater coupe GMO10. It 
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The Post-War II”, heavy duty clutch is identical to that fitted to the 
Ford Pilot and parts are available from any Borg ond Beck supplier. 


ll 


ae 
90 Years Ago 


was purchased by Dr C. W. Abernethy, past owner 
of Rolls-Royce cars, and soon after Dr Aberne- 

thy purchased it he had it ducoed black. It is ROLLS met ROYCE 
still black today, and now owned by a longstand- 
ing member of the N.S.W. branch of the RROC } A Meeting that made Engineering History 
of Australia, Mr Len Partridge. 

Mr E. M. Charlton also sold 25/30 GGR79 
which is still in Sydney. After the sudden death 
of Mr R. A. Charlton, the Silver Dawn chassis 
No. SFC58 was purchased by George Green, who 
is still proud of this car. Mr E. M. Charlton is 
still alive and living in Hunters Hill, Sydney, 
where his father and brother lived. 

As for 20 HP GNK8 and GCK69, I do not 
know where these chassis are but GGP19 was 
last listed as being in Victoria. 

BERT WARD. 


Gery. 
my Enfin des clients sérieux, Martin quéa |... 


‘Just a moment, I'll let it out’ 
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VIBRATION DAMPER OVERHAUL 


The vibration damper, introduced in 1911 
for the Silver Ghost, was used on all Rolls-Royce 
and post-1931 Bentley 6 cylinder engines, with 
various modifications. In 1980 the early type 
damper was changed to the low inertia type, but 
essentially all vibration dampers consisted of a 
spring drive device between the crankshaft and 
the pinion, and two slipper flywheels on each side 
of the central hub, with friction linings. 

A detailed description of both types, the 
special tools required for overhaul and the spring 
loading poundages for the various pre-1939 
models, except the Silver Ghost, are set out in 
No. RR/E5 of the Service Instruction leaflets. 
The instructions indicate that trouble is usually 
caused by lengthy periods of idleness causing the 
cotton duck linings to adhere to the friction 
plates, or failure of the linings when they become 
hard, ingrained with carbon and glazed. 

Silver Ghost owners who are prepared to 
undertake the task themselves should note that 
the friction linings are usually made of fibre 
and will probably need cleaning and the accumul- 
ated hard grease and carbon removed from the 
surface to allow the flywheels to slip at the 
correct poundage setting. 

A letter which I received from the late Ron 
Haynes of the R-R London Repair Depot at 
Hythe Road in 1963 said, “because of the low 
engine revolution of the Silver Ghost, it is gener- 
ally held that the damper setting is not particul- 
arly critical. Service Instruction Leaflet RR/E5 
is not strictly applicable to all series of Silver 
Ghost dampers, as many of these units are fitted 
with fibre washers and not the cotton ducks used 
on the later models.” In a later letter when I queri- 
ed the different S.G. dampers most of which had 
20 springs, some series between 1919 and 1923 
having only 10 springs but a return to 20 springs 
occurring during the R-J series, 1924-25, Ron 
Haynes said “We confirm that the correct damper 
setting for both types of damper is 18-20 lbs 
except where fibre inserts are present, with fibre 
inserts the setting is 20-24 lbs.” 

There are useful articles in the Flying Lady 
1960 p.471 and 1963 p.696-8. In the former art- 
icle a lower adjustment of 13-15 lbs. “to break” 
and 9-11 lbs. “to slip” are suggested for woven 
linings. 

As with all other pre-1940 R-Rs, the pound- 
age test is carried out with a spring balance and 
a bar bolted to the damper at a radial distance 
of 174” (44.45 cms.). The method of testing set 
out in RR/E5 requires a mandrel of the same 
shape as the crankshaft end to be fixed in a 
vice, but as I discovered, the same result may 
be achieved for the S8.G. with the assembly in 
position on the crankshaft. 

When restoring 40EU. the damper would 
not slip even with 200lbs. I found a problem in 
removing the assembly from the tapered end of 
the crankshaft. RR/E5 says that no damper 
extractor tool is required for 20 hp, 20/25, PI 
and PII. With the SG, the outer flywheel and its 
lining are easily removed when the 20 (or 10) 
castellated nuts are undone and the pulley and 


starting clutch removed, but the inner flywheel 
and its friction lining are still behind the hub 
and spring drive. When normal pullers failed to 
make any impression, it was necessary to make 
a massive extractor from a 12” diameter plate of 
3” steel and to drill three 5/8” holes to corres- 
pond with the three }” BSF threaded holes in 
the flywheel. The plate was held to the flywheel 
with three worn S. C. shackle pins and a 4” bolt 
through the centre of the plate exerted quite 
enormous pressure on the end of the crankshaft 
before the hub came free. 

Then after the thorough cleaning and oiling 
of all parts and checking of the fibre friction 
linings, which fortunately were in good condition, 
the next job was to check the valve and ignition 
timing. Finally, after re-assembly of the vibra- 
tion damper, the same extractor plate with a 
174” radius arm bolted to it, was used to check 
the poundage, after removing the pulley and 
screwing in the three shackle pins. 

F. M. ROBINSON 
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